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ABSTRACT 
The available evidence suggests that people who drive for work purposes engage in less 
safe driving practices than other drivers.  The study examined this issue by surveying 204 
people who drive for work purposes, in four different vehicle fleets. It was predicted that 
work-related drivers would report a higher intention to speed in a work vehicle than their 
personal vehicle. Additionally, the constructs within the Theory of Planned Behaviour, 
along with anticipated regret, were used to predict intentions to speed in the two settings.  
Contrary to prediction, the participants reported a lower intention to speed, t (201) = 4.19, 
p < .001, in a work vehicle than their personal vehicle. Further analysis revealed that the 
intentions of drivers in the two settings were significantly different in relation to 
anticipated regret, t (201) = 4.84, p < .001 and subjective norms, t (201) = 4.02, p < .001. 
Thus it would appear that these two psychological mechanisms discourage speeding 
behaviour in the work context. However, these findings need to be replicated with a 
larger sample of drivers from more diverse vehicle fleets. 
 
Keywords: Theory of Planned Behaviour; fleet safety; organisational culture; 
speeding 
 
INTRODUCTION 
 
In the literature, work-related drivers are generally defined as those who drive at least 
once per week for work-related purposes (Haworth, Tingvall, & Kowadlo, 2000). These 
drivers range from truck drivers, couriers, police and emergency service drivers, to sales 
people (Collingwood, 1997). Work-related drivers include senior executives provided 
with salary sacrificed vehicles, those who drive liveried work-related vehicles both for 
work and non-work purposes, and those employed to drive fleet cars, vans, or other 
specialist vehicles (Dimmer & Parker, 1999). Work-related vehicles constitute about 30% 
of registered vehicles in Australia and because of their high mileage, may comprise up to 
half of the traffic stream at any one time (Haworth et al., 2000). 
 
Work-related road safety has received increasing attention in recent years, due to the 
growing awareness of the extent of the problem (Dimmer & Parker, 1999; Downs, 
Keigan, Maycock, & Grayson, 1999; Haworth et al., 2000; Stradling, 2000). Road 
crashes have become the most common form of work-related death, injury and absence 
from work in many countries (Downs et al. 1999; Wheatley, 1997). As such, it has 
become imperative to understand the factors contributing to work-related road crashes so 
that appropriate interventions can be implemented. 
 
Speeding, in particular, has been found to be a contributing factor in work-related road 
crashes. Drivers of employer owned cars and those driving a car for work-related 
purposes are presumed to be among the groups who are more likely to engage in 
speeding (Stradling, 2000). Excessive speed has been found to be influenced by internal 
and external non-volitional factors, such as knowledge of the speed limit, pressure from 
other traffic on the road, and the performance capabilities of the vehicle being driven 
(Parker et al., 1992). In particular, time constraints have been suggested as an influential 
factor affecting the speed of work-related drivers. For example, Adams-Guppy and 
Guppy (1995) found in their study that it was more important for drivers to get to 
meetings on time than to obey the speed limit. Stradling, Meadows and Beatty, (1999) 
found similar results, as those who drive for work-related purposes were more likely to 
have been penalised for speeding in the past three years. These results suggest that 
interventions within an organisation need to address time constraint as a potential liability 
for work-related drivers. 
 
Although the research suggests that work-related drivers engage in higher speeds in a 
work vehicle, there is currently no firm evidence confirming this presumption. 
Furthermore, there is no available evidence to suggest that work-related drivers engage in 
higher driving speeds than the general driving population. Thus, it is the contention in the 
present study to compare the intentions of work-related drivers to speed, and the 
psychological mechanisms predicting their intentions to speed in both the work and 
personal vehicle. The Theory of Planned behaviour (TPB) will be used to provide a 
theoretical framework to more closely examine the psychological factors predicting 
intentions to speed in the work and personal vehicle.  
 
1.1 The theory of planned behaviour 
 
Attitude-behaviour models, such as the TPB, offer a method of organising and 
understanding the large number of influences within the area of traffic safety (Gordon & 
Hunt, 1998). The TPB contends that intentions to engage in a behaviour is the main 
predictor of actual behaviour, and that behavioural intentions are influenced by attitudes 
towards that behaviour, subjective norms (i.e., whether important others would approve 
or disapprove of the behaviour) and perceived behavioural control. Perceived behavioural 
control represents an effect on intention to perform a behaviour that is not mediated by 
attitude or subjective norm (Ajzen, 1988; Ajzen & Madden, 1986). It is believed to assess 
the simplicity or difficulty that performing a particular behaviour represents to an 
individual (Ajzen & Madden, 1986). Also, it is presumed to reflect the opportunities for 
performing the behaviour and/or the instrumental resources needed for action (Bagozzi & 
Zimmel, 1995). Figure 1 presents the TPB in a diagrammatic form. 
 
Figure 1 around here (see appendix) 
 
Support for the efficacy of the TPB has been found in the context of common driving 
behaviours similar to those of interest in the current study. These behaviours include, seat 
belt wearing, drink-driving, (Gordon & Hunt, 1998; Parker et al., 1992; Parker, Stradling, 
& Manstead, 1996), speeding on an urban road, dangerous overtaking and speeding on a 
major road (Forward, 1997), weaving in and out of two lanes of slow-moving traffic, 
cutting across traffic to leave a motorway, and overtaking on the inside (Parker, 
Manstead, & Stradling, 1995). In addition, it has been found to be a useful model for 
organising and understanding potential factors that influence intention to engage in safe 
driving behaviour and law compliance (Gordon & Hunt, 1998). However, there are no 
known studies that have applied the TPB to examine the psychological factors 
influencing work-related drivers. 
 
1.2 Anticipated regret 
 
A criticism of the TPB is its exclusion of an affective processing component (Ajzen, 
1991). Several theorists contend that people are influenced by post-behavioural feelings, 
commonly referred to as anticipated regret (Loomes & Sudgen, 1982; Richard, de vries, 
& van der Pligt, 1998; Richard, van der Plight, & de Vries, 1995). Anticipated regret can 
be defined as the contemplation of the possibility of having made the wrong choice 
(Eagly & Chaiken, 1993).  
 
The concept of anticipated regret was originally used in regret theory (Loomes & Sugden, 
1982). Regret theory proposes that an individual will either experience feelings of regret 
or rejoice after comparing the outcome of the alternative they chose with the outcome 
that might have been if they had chosen another alternative. Specifically, the decision to 
choose one possible outcome can be determined by the value attached to the rejected 
alternative (Manstead & Parker, 1995). Thus, anticipated regret could be a powerful 
predictor of intentions to speed by reducing the tendency to undertake a risky behaviour. 
However, some of the causes of anticipated regret may not transpire for many groups of 
work-related drivers since the negative consequences of accident involvement related to 
loss of a vehicle, repair costs and raised insurance premiums may not be salient for 
individual drivers, thus reducing the overall deterring effect of the regret process 
(Adams-Guppy & Guppy, 1995).  
 
Alternatively, anticipated regret may be a powerful influence in those organisations 
where they closely monitor driver performance and/or have a strong safety culture. For 
example, if organisations management systems have policies in place concerning driver 
safety, the penalties may be greater for careless or risky driving behaviour. In such an 
organisation, the driver’s attitude towards safety would be potentially more positive, to 
avoid the negative consequences associated with unsafe driving. Therefore, it is 
suggested that work-related drivers in organisations with a strong safety focus will 
experience feelings of regret if they speed, resulting in fewer intentions to speed in a 
work vehicle. 
   
Haworth et al. (2000) has suggested that the culture of an organisation can have a 
significant impact upon attitudes towards driver safety issues and safe driving behaviour.  
The safety culture of an organisation is believed to be critical in determining how 
organisations address safety problems and how satisfied they are with the outcome of 
such procedures (Grayson, 1999). A number of factors have been suggested that make 
organisations active in driver safety. These factors include: a strong safety culture, 
driving as a central business activity, transportation of expensive or dangerous materials, 
environmental concerns and financial benefits (Downs et al., 1999). 
 
Adopting a combination of policies and practices, rather than a single initiative is 
believed to be the best method of creating a clear message that an organisation is 
committed to improving driver safety (Downs et al., 1999). In support of this notion, 
Grayson (1999) found in a sample of work-related drivers that respondents believed that 
an integrated set of safety policies based on a strong safety culture within the organisation 
would be more effective in decreasing the crash rate than any single measure.  
 
1.3 The aim of the study 
 
This study aims to identify the psychological factors predicting the intentions of work-
related drivers to speed in a work vehicle by comparing it with their personal driving. 
First, it is expected that work-related drivers will report higher intentions to speed in a 
work vehicle compared with their personal vehicle. Second, it is expected that differences 
observed in the intentions of drivers to speed while driving a work vehicle compared with 
a personal vehicle will be reflected in differences in either attitudes, normative pressure, 
perceived behavioural control or anticipated regret in the two settings. Third, it is 
hypothesised that the inclusion of anticipated regret into the TPB model will improve the 
overall prediction of intentions to speed, in both the work and personal setting. Lastly, it 
is expected that organisational policies and practices will have a significant influence on 
drivers’ attitudes, subjective norm, perceived behavioural control and anticipated regret. 
 
METHOD 
 
A total of 204 drivers recruited from four organisations volunteered to participate in 
the study. The sample consisted of 80% males and 20% females. The overall response 
rate for the survey was 53%. Due to the human resource implications for the 
organisations it was decided not to distribute second copies of the questionnaire as a 
strategy to increase the response rate. 
 
The organisations were selected to provide a wide representation of different types of 
driving fleets, including; the oil/petrol industry (I), council departments (II and IV) 
and a tertiary institution (III). The participants were selected for inclusion in the study 
based on two criteria: First, they drove a company owned vehicle for work-related 
purposes at least once a week, and second, they owned a personal vehicle driven for 
non work-related purposes.  
 
The questionnaire collected a variety of information relating to the participants’ attitudes 
and behaviour in relation to both their work driving and personal driving. Section one 
elicited information regarding general driving behaviour. Section two comprised fourteen 
items relating to safety policies and practices within organisations. The Theory of 
Planned Behaviour (TPB) variables (attitudes, subjective norm, perceived behavioural 
control) and anticipated regret was examined in sections 3 and 4 in order to predict 
intentions to speed in a work and personal vehicle.  These two sections were independent, 
and the participants were initially asked to read the following standardised hypothetical 
scenario, adapted from Parker et al. (1996).  
 
“You are alone in a (work/personal) vehicle speeding down a residential 
street with cars parked down both sides. It is 4 o’clock on a fine and dry 
afternoon. The road has a 50 kph speed limit. However, you are driving at 
65kph per hour.” 
Section five elicited demographic information regarding, gender, age and driving 
experience. Age and driving experience were measured.  
 
RESULTS 
The majority of the sample were male respondents in an older age group ranging from 
40-59 years of age. The majority of drivers had at least 20 years driving experience, and 
reported driving more than 20 000 kilometres per year in a work vehicle and 10 000 
kilometres or less in their personal vehicle.     
 
3.1 Intentions to speed in a work and personal vehicle 
 
Although the drivers in both settings reported relatively low intentions to 
speed in both the work and personal vehicle, a significant difference was 
found between the two settings, t (201) = 4.19, p < .001. Contrary to 
prediction results revealed that drivers reported a higher intention to speed 
in their personal vehicle (M = 7.44, SD = 1.88) than a work vehicle (M = 7.76, 
SD = 1.79).  
 
3.2 Exploring differences in intentions to speed in a work and personal 
vehicle 
 
There was no significant differences identified for attitudes and perceived 
behavioural control for a work and personal vehicle. However, a low but 
significant difference was found between a work and personal vehicle for 
subjective norm, t (201) = 4.02, p < .001 and anticipated regret, t (202) = 
4.84, p < .00. Results revealed that drivers were relatively more likely to 
perceive normative referents to think that they should speed 10 kph above 
the speed limit in their personal vehicle, (M = 19.37, SD = 3.27) than in a 
work vehicle, (M = 19.99, SD = 3.05) and respondents were more likely to 
feel guilty after speeding in a work vehicle, (M = 3.34, SD = .98) than in their 
personal vehicle, (M = 3.07, SD = 1.01).  
 
3.3 The TPB and anticipated regret in predicting intentions to speed in a 
work and personal vehicle 
 
Age, sex, and exposure in a work and personal vehicle were entered at the 
first step as control variables. The TPB variables (i.e., drivers’ attitudes 
towards speeding, subjective norm, and perceived behavioural control) 
were entered into the regression equation simultaneously at the second 
step. Anticipated regret was subsequently entered at the last step to 
assess whether it improved the prediction of speeding intentions over and 
above the TPB variables. The bivariate correlations between the variables 
for a work and personal vehicle are presented in Tables 2 and 3, 
respectively. The hierarchical regression analyses for a work and personal 
vehicles are presented in Tables 4 and 5, respectively. 
 
Tables 1 and 2 around here 
 
Tables 3 and 4 around here (see appendix) 
 
In the case of attitudes towards speeding in a work and personal vehicle, 
the bivariate correlations with intentions to speed were negative. Attitudes 
and intentions to speed had a moderate correlation in both a work (r = -.26) 
and personal vehicle (r = -.36). Those drivers who reported a less 
favourable attitude towards speeding were more likely to not exceed the 
speed limit in future driving.  
 
Perceived behavioural control and anticipated regret were found to have 
positive bivariate correlations. Anticipated regret was revealed to have the 
strongest correlation with intentions to speed in both a work (r = .33) and 
personal vehicle (r = .40). Perceived behavioural control and intentions 
were moderately, but significantly correlated in both a work (r = .27) and 
personal vehicle (r = .33). Thus, the more control a driver believes they 
have over speeding, the weaker the intention to exceed the speed limit in 
future driving, and the more anticipated regret a driver would experience, 
the weaker the intention to exceed the speed limit in future driving.  
 
Overall, the independent variables were more likely to predict intentions to speed in a 
personal vehicle, R2 = .27, F (7, 194) = 10.31, p < .001, than in a work vehicle, R2 = .16, 
F (7, 194) = 5.35, p < .001. The combination of variables accounted for approximately 
11% more variance in a personal vehicle than a work vehicle. Although it should be 
acknowledged that both models were only able to account for a low amount of variance. 
The control variables, which were entered at step 1, significantly contributed to the 
prediction of intentions to speed in a personal vehicle, with age being the significant 
variable, (β = .22, p < .05). Step 1 did not significantly predict intentions to speed in a 
work vehicle (ns). Attitude toward the behaviour, subjective norm, and perceived 
behavioural control entered at the second step, together accounted for an additional 15% 
of the variance in intention to speed in a personal vehicle (p < .001), and an additional 
8% of the variance in intentions to speed in a work vehicle (p < .001).  
Anticipated regret increased the accounted variance to 27% for a personal vehicle (p < 
.001) and to 16% in a work vehicle (p < .05). Examination of the semi-partial correlations 
revealed that anticipated regret predicted intentions to speed in a personal (sr = .26) and a 
work vehicle (sr = .21) over and above the components of the TPB.  
 
3.4 Organisational policies and practices 
 
Results revealed a significant difference between the organisations in relation to their 
safety policies and practices, F (3, 198) = 32.09, p < .001, α2 = .33. Post hoc analysis 
(Tukey a) revealed that Organisation I had significantly better reported safety policies 
and practices than the other organisations.  
 
To examine the psychological processes by which organisational policies 
and practices may influence driving behaviour, a comparison was made 
between the drivers in each organisation in terms of their attitudes, 
subjective norm, perceived behavioural control and anticipated regret in 
relation to speeding. No significant effect was found for organisations in 
relation to attitudes towards speeding or subjective norm. Significant 
differences were found between perceived behavioural control across 
organisations, F (3, 198) = 6.09, p < .001, α2 = .08 and anticipated regret 
across organisations, F (3, 198) = 2.77, p < .05, α2 =  .04. Post hoc analysis 
(Tukey a) revealed a significant difference between Organisation I and the 
other organisations for perceived behavioural control and Organisation I 
and Organisation IV for anticipated regret. 
  
DISCUSSION 
 
This study surveyed individuals who drive work-related vehicles to compare the 
psychological mechanisms that predict intentions to speed in the work and personal 
vehicle. The results obtained in this study have challenged popular beliefs regarding 
work-related drivers.  
 
In relation to the reported higher intention to speed in a personal vehicle, subjective norm 
and anticipated regret were found to be significantly different in the work and personal 
setting. Thus, it is suggested that these components account for some of the differences 
observed in the reported higher intention to speed in a personal vehicle.  Subjective norm 
was found to have a more negative influence on intentions to speed in a personal vehicle. 
This finding suggests that referents in the personal environment may have more influence 
on drivers’ intention to speed than referents in a work environment. Although there is no 
clear evidence supporting the influence of significant others in deterring speeding in the 
work setting, the current study suggests that the effect of normative referents had the 
potential to influence drivers’ intention not to speed in a work vehicle.  
 
In relation to anticipated regret, drivers were more likely to report anticipation of regret 
when speeding in a work vehicle. One possible explanation for this finding is the 
influence of a strong safety culture within the organisations participating in the current 
study incorporating negative sanctions for speeding or promoting speeding as socially 
undesirable. Specifically, the negative consequences associated with speeding in the work 
environment are suggested to have a strong impact on drivers’ intention to speed.  
 
The inclusion of anticipated regret improved the overall predictor of intentions to speed 
over and above attitudes, subjective norm, and perceived behavioural control in both a 
work and personal vehicle. These findings are consistent with several studies that have 
demonstrated the ability of anticipated regret to increase the predictive power of the TPB 
(Parker et al., 1995; Richard et al., 1998; Richard et al., 1995). Further, the TPB model 
and anticipated regret were more predictive of intentions to speed in a personal vehicle 
(R2 = .27) than a work vehicle (R2 = .16). It is possible that the TPB was better 
operationalised in the personal setting than the work-setting in this study. The TPB 
components were adapted from studies examining general driving behaviour, therefore 
increasing its adaptability to the personal setting. However, the present study was only 
able to predict a low amount of variance in intentions to speed in a personal vehicle 
(27%) in comparison to previous studies utilising the TPB (Gordon & Hunt, 1998; Parker 
et al., 1992; Parker et al., 1995). For example, Parker et al. (1992) was able to account for 
47% of the variance in intentions to speed in a general driving population.    
 
4.1 Organisational safety culture   
 
The results revealed that Organisation I drivers reported more extensive 
policies and practices within their organisation in comparison to the other 
organisations. Although all the organisations participating in the study 
were found to be pro-active to some degree in their approach towards 
driver safety, Organisation I’s approach may be attributed to their reliance 
on the distribution of dangerous and expensive material (oil/petrol) as their 
core business (Downs et al., 1999).   
 
The components of the TPB with the addition of anticipated regret examined the 
influence of organisational safety policies and practices on psychological mechanisms. 
This study found perceived behavioural control and anticipated regret to emerge as better 
predictors of intentions to speed in some organisations than others. Further, these 
variables were found to be more influential in Organisation I, which had more extensive 
reported organisational policies and practices than the other organisations. Thus, these 
variables may represent important psychological mechanisms by which safety practices 
can influence driver behaviour in the work setting.  
 
Organisation I drivers reported significantly more control over their speeding behaviour 
in a work vehicle in comparison to the other organisations. A possible explanation to this 
finding is that Organisation I safety practices may involve an element of driver training, 
improving the drivers perceived control over speeding in a work vehicle. However, there 
is no conclusive evidence indicating that driver training alone reduces crash involvement 
in the fleet setting (Watson et al., 1996). Rather, Jerrim 1997 (as cited in Murray, 
Clements, & Anderson, 2001) suggests that driver training can encourage speeding, by 
creating over confidence and more risk taking behaviour. Alternatively, the 
implementation of speed limiting devices on a number of fleet vehicles in Organisation I 
may prevent the drivers from engaging in speeding in certain circumstances. 
  
Drivers in Organisation I were significantly more likely to report feelings of anticipated 
regret after speeding in a work vehicle, in comparison to Organisation IV.  It has been 
suggested that the consequences for engaging in speeding as a part of organisational 
safety policies in Organisation I are more likely to deter drivers’ intention to engage in 
speeding in Organisation I than Organisation IV. The apparent association between pro-
safety policies lessening intentions to speed provides further support for the existence of 
psychological mechanisms by which safety policies and practices can influence driver 
behaviour in work settings. 
 
4.2 Practical implications 
 
A number of practical implications have emerged from this research for 
organisations implementing or restructuring safety policies and practices. 
One key aspect that has emerged from the current study is the importance 
of the integration of policies and practices into a strong safety culture 
within an organisation. Specifically, there appears to be evidence that the 
safety culture in the organisations had a significant influence on behaviour 
when driving a work vehicle. Therefore, interventions promoting a strong 
safety culture may prove to be the most effective strategy to decrease the 
work-related crash rate.  
 
Perceived behavioural control was identified in the current study as a psychological 
process which appeared to be influenced by the integration of safety policies and 
practices within the organisations. Thus, perceived behavioural control could be regarded 
as a potentially positive psychological tool for influencing the behaviour of work-related 
drivers. Anticipated regret also appeared to be an important dimension for safety policies 
and practices in deterring drivers’ intention to speed in a work vehicle. The importance of 
anticipated regret in influencing drivers’ intention to commit speeding violations 
highlights a priority for organisational policies. Within an organisational culture, policies 
might focus on the wrongness of engaging in aberrant driving behaviour, and place 
emphasise on the negative consequences which may occur if the driver intends to engage 
in such a behaviour.  
  
4.3 Limitations of the study 
 
Despite its many practical applications, a number of limitations have been 
identified. The organisations used were all relatively active in promoting 
safety among their employees. This could potentially have represented a 
bias towards safe driving in the work vehicle. Moreover, there are 
constraints in generalising the results to all work drivers owing to this 
possible bias and the relatively small sample size. 
 
It should also be noted that the variables measured by use of Likert scales were treated 
as continuous measures to facilitate the use of parametric tests. This assumption 
should be borne in mind when generalising the results. In addition self-report data, as 
used in this study, tends to be open to socially desirable responses, again limiting the 
generalisability of the results.   
 
4.4 Recommendations for future research 
 
Based on the results and the above mentioned limitations a number of priorities for future 
research have been identified. Future studies should investigate, in depth, the unique 
factors influencing work-related drivers. There may be a number of additional influences 
contributing to the work-related driver effect, which have not been captured in this study 
(as suggested by the R2 obtained in the two settings). Detailed case studies conducted via 
interview techniques would need to be performed on a range of organisations to 
maximise the chances of identifying further contributing work-related factors. 
 
Future research should attempt to involve organisations that do not emphasise a strong 
safety culture for work-related drivers. It is suggested that the inclusion of such 
organisations may provide crucial information regarding the differences in the behaviour 
of work-related drivers in organisations with less emphasis on safety policies and 
practices. Therefore, such a sample would enhance the potential variance in the behaviour 
of drivers in the work and personal settings. 
 
4.5 Summary and conclusions  
 
The key finding that has emerged from the current study is that different psychological 
processes influence people when driving a work vehicle in comparison to driving a 
personal vehicle. Anticipated regret for speeding and perceived subjective norms relevant 
to speeding were found to be the psychological processes potentially explaining the 
reported lower intention to speed in a work vehicle. Anticipated regret was also able to 
improve the prediction in intentions to speed, over and above the TPB in a work and 
personal vehicle. 
 More importantly, the integration of policies and procedures within an organisation’s 
safety culture was found to significantly influence the psychological processes in 
intentions to speed. This was found in relation to anticipated regret and perceived 
behavioural control. Although these findings have not fully supported previous research, 
this study provides a strong foundation for future investigation into the complex and 
inter-related range of factors contributing to unsafe driving behaviours among work-
related drivers. 
 
REFERENCES 
 
Adams-Guppy, J. R., & Guppy, A (1995). Speeding in relation to perceptions of risk, 
utility 
and driving style by british company car drivers. Ergonomics, 38 (12), 2525 - 
2535. 
Ajzen, I. (1988). Attitudes, personality and behavior. Milton Keynes, UK: Open 
University Press. 
Ajzen, I. (1991). The theory of planned behaviour. Organizational Behaviour and Human 
Decision Processes, 50, 179 - 211. 
Ajzen, I., & Madden, T. J. (1986). Prediction of goal-directed behaviour: Attitudes, 
intentions, and perceived behavioural control. Journal of Experimental Social 
Psychology, 22, 453 - 474. 
Bagozzi, R. P., & Zimmel, S. K. (1995). A comparison of leading theories for the  
prediction of goal-directed behaviours. British Journal of Social Psychology, 34, 
437 - 461. 
Collingwood, V. (1997). Promoting the safe driving policy in NSW fleets of 
twenty or more vehicles. Staysafe 36: Drivers as workers, vehicles as workplaces: 
Issues in fleet management. (Report No. 9/51). Ninth report of the Joint Standing 
Committee on Road Safety of the 51st Parliament. Sydney: Parliament of New 
South Wales. 
Dimmer, A. R., & Parker, D. (1999). The accident, attitudes and behaviour of company 
car drivers. In G. B. Grayson (Ed.), Behavioural Research in Road Safety IX. pp 
78-85. Crowthorne, Berkshire: Transport Research Laboratory. 
Downs, C. G., Keigan, M., Maycock, G., & Grayson, G. B. (1999). The safety of fleet car 
drivers: A review. (TRL Report 390). Crowthorne, Berkshire: Transport Research 
Laboratory. 
Eagly, A. H., & Chaiken, S. (1993). The psychology of attitudes. Orlando: Harcourt 
Brace Jovanovich, Inc. 
Forward, S. E. (1997). Measuring attitudes and behaviour using the theory of planned 
behaviour. In T. Rothengattter, & E. C. Vaya (Eds.), Traffic & Transport 
Psychology. pp. 353 - 365. NY: Pergamon. 
Gordon. C., & Hunt, M. (1998). The theory of planned behaviour applied to speeding, 
drink-driving and seat belt wearing. Road safety conference proceedings. 
Grayson, G. B. (1999). Company cars and road safety. In G. B. Grayson (Ed.), 
Behavioural Research in Road Safety IX. pp. 78 - 85. Crowthorne, Berkshire: 
Transport Research Laboratory. 
Haworth, N., Tingvall, V., & Kowadlo, N. (2000). Review of best practice fleet safety 
initiatives in the corporate and/or business environment (Report No.166). 
Melbourne: Monash University Accident Research Centre. 
Loomes, G., & Sugden, R. (1982). Regret theory: An alternative theory of rational choice 
under uncertainty. Economic Journal, 92, 805 - 824. 
Manstead, A. S. R., & Parker, D. (1995). Evaluating and extending the theory of planned 
behaviour. European Review of Social Psychology, 6, 69 - 95. 
Murray, W., Clements, K., & Anderson, W. (2001, March). Queensland workplace fleet 
safety workshop. Queensland Transport and Centre for Accident Research and 
Road Safety, Queensland, Australia. 
Parker, A., Anthony, S. R., Manstead, Stradling, S. G., Reason, J. T., & Baxter, J. S. 
(1992). Intention to commit driving violations: An application of the theory of 
planned behaviour. Journal of Applied Psychology, 77 (1), 94 - 101. 
Parker, D., Manstead, A. S. R., & Stradling, S. G. (1995). Extending the theory of  
planned behaviour: The role of personal norm. The British Psychological Society, 
34, 127 - 137. 
Parker, D., Stradling, S. G., & Manstead, A. S. (1996). Modifying beliefs and attitudes to  
exceeding the speed limit: An intervention study based on the theory of planned 
behaviour. Journal of Applied Social Psychology, 26, 1 - 19. 
Richard, R., van der Plight, J., & de Vries, N. (1995). Anticipated affective reactions and 
prevention of AIDS. British Journal of Social Psychology, 34, 9 - 12. 
Richard, R., de vries, N, & van der Plight, J. (1998). Anticipated regret and precautionary 
sexual behavior. Journal of Applied Social Psychology, 28, 1411 - 1428. 
Stradling, S. G. (2000). Driving as part of your work may damage your health. In G.B. 
Grayson (Ed.), Behavioural Research in Road Safety IX pp. 1 – 9. Crowthorne 
Birkshire: Transport Research Laboratory. 
Stradling, S. G., Meadows, M. L, & Beatty, S. (1999). Factors affecting car use choices. 
Edinburgh: Transport Research Institute, Napier University. 
Watson, B., Fresta, J., Whan, H., McDonald, J., Dray, R., Beuermann, C., Churchward, 
R. (1996, July). Enhancing driver management in Queensland. Queensland 
Transport. 
Wheatley, K. (1997). An overview of issues in work-related driving. Staysafe 36: Drivers 
as workers, vehicles as workplaces: Issues in fleet management. (Report No. 
9/51). Ninth report of the Joint Standing Committee on Road Safety of the 51st 
Parliament. Sydney: Parliament of New South Wales. 
 
 
 
 
 
 
Table 1 
Bivariate correlations for a work vehicle 
 
Component of the Theory of Planned Behaviour 
Variables 
Intention 1 2 3 4 5 6 7 
1. Age .16* -- -.28** .02 -.06 .01 .12 .09 
2. Gender -.02  -- -.31** -.02 .05 -.15* .06 
3. Vehicle  
exposure 
.05   -- .02 .08 .16* .02 
4. Attitudes -.26**    -- -.27** -.44** -.41** 
5. Subjective  
norm 
.10     -- .32** .18* 
6. Perceived  
behavioural 
control 
.27**      -- .32** 
7. Anticipated  
regret 
.33**       -- 
    * p < .05  ** p < .001 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Table 2 
Bivariate correlations for a personal vehicle   
Component of the Theory of Planned Behaviour 
Variables 
Intention 1 2 3 4 5 6 7 
1. Age .16* -- -.28** -.07 -.03 .04 .15* .11 
2. Gender -.02  -- -.09 -.01 .01 -.11 .03 
3. Vehicle  
exposure 
.05   -- .02 .09 .08 -.07 
4. Attitudes -.26**    -- -.27** -.43** -.36** 
5. Subjective  
norm 
.10     -- .38** .15* 
6. Perceived  
behavioural 
control 
.27**      -- .27** 
7. Anticipated  
regret 
.33**       -- 
* p < .05  ** p < .001   
 
Table 3 
Hierarchical regression analysis for a work vehicle 
 
Variables B β Sr R2 Adj.R2 
Step 1 
 
     
     Age .21 .12 .12 .03 .02 
     Gender .18 .04 .03   
     Vehicle exposure 
 
.04 .04 .03   
Step 2 
 
     
     Attitudes -.04 -.09 -.08 .13 .09** 
     Subjective norm -.01 -.02 -.02   
     Perceived behavioural control 
 
.09 .15 .13   
Step 3 
 
     
     Anticipated regret 
 
.43 .24* .21 .16 .13* 
         * p < .05  ** p < .001  
 Table 4 
Hierarchical regression analysis for a personal vehicle 
 
Variables B β Sr R2 Adj.R2 
Step 1 
 
     
     Age .28 .16* .15 .05 .04* 
     Gender -.21 -.04 -.04   
     Vehicle exposure 
 
.02 .01 .01   
Step 2 
 
     
     Attitudes -.08 -.19* -.17 .21 .18** 
     Subjective norm -.05 -.08 -.08   
     Perceived behavioural control 
 
.13 .17* .15   
Step 3 
 
     
     Anticipated regret 
 
.52 .28** .26 .27 .25** 
         * p <.05  ** p <.001   
 
 
 
 
 
 
 
 
 
 
Fig. 1.  Outline of the Theory of Planned Behaviour (TPB) (adapted from Ajzen, 1991). 
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